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4.

Environmental Consequences and Mitigation

4.1

Introduction

This chapter presents the anticipated environmental consequences and mitigation of the
Preferred Alternative, Alternative 6d, compared to the No Build Alternative. Physical
impacts are based upon a typical roadway cross-section of 12 m (40 ft), within a 61 m
(200 ft) right-of-way. A description of Alternative 6d is included in Section 2-4, page 225. The final design of the Preferred Alternative will further avoid, minimize, and mitigate
impacts to resources, where possible.

4.2

Transportation Environment

This section describes the future (year 2025) transportation environment in the Study
Area and analyzes impacts of the Preferred Alternative versus the No Build Alternative.
Measures of effectiveness (MOEs) were evaluated to determine the relative
transportation benefits of the Preferred Alternative and the No Build Alternative. The
MOEs include: traffic volumes and diversions; vehicle delay and level of service (LOS);
vehicle-miles-traveled/vehicle-hours-traveled; crash reduction; and, benefit/cost ratios.
Changes in traffic volumes on certain Study Area roads, and in particular reductions in
traffic volumes through Gorham Village, are a direct indicator of the effectiveness of the
Preferred Alternative in meeting the Study Purpose and Need. The impacts on LOS and
vehicle delay are determined largely by the changes in traffic volumes and the capacities
of the affected roadways and intersections. Changes in the number of vehicle-miles and
vehicle hours traveled are determined by travel route and by the distance or time saved
(or not saved) by motorists diverting to the bypass road. Estimates of crash reductions
are based on changes in traffic volumes and differences in roadway characteristics.

4.2.1

Traffic Volumes

Overview of the No Build Alternative
Over the 26-year period from the base year, 1999, to the design year, 2025, forecasted
traffic growth will vary by road and is dependant on planned development (see Table 31, page 3-3). Daily traffic volumes with the No Build Alternative on sections of Route
114 are expected to increase by up to 38% over existing conditions. Daily traffic
volumes on sections of Route 25 are expected to increase by up to 43%. Changes in
peak hour traffic volumes will also vary, but in many cases growth will be less than daily
volumes due to capacity constraints on these segments. For example, on the same
section of Route 114 where a 38% growth in daily traffic is forecasted, peak hour traffic
will increase by only 21%. Similarly, where a 43% increase in daily traffic is forecast on
Route 25, the peak hour growth in traffic will be only 13%.
In one case, Day Road, future traffic volumes with the No Build Alternative are projected
to be lower than existing traffic volumes as a result of other anticipated road
improvements. Existing congestion on the segment of Route 22 which overlaps with
Route 114 in South Gorham results in traffic diverting to other routes, including Day
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Road, to avoid the congestion. Anticipated improvements to the Route 22/Route 114
overlap area will relieve congestion and reduce or eliminate this diversion.
Overview of the Preferred Alternative
By comparing the future year 2025 No Build Alternative traffic volumes to the future year
2025 traffic volumes with the Preferred Alternative, notable changes are evident. Table
4-1, page 4-3 summarizes daily and peak hour traffic volumes for the No Build
Alternative and the Preferred Alternative for the design year. The Preferred Alternative
will divert traffic to the bypass road and away from several congested existing roads in
the Study Area. These diversions will have positive effects on traffic flow, LOS and
traffic delay.
Notable changes include a 16.1% to 23.5% reduction in daily traffic on sections of Route
114 south of Gorham Village in the area of Day Road. The diversionary effects of the
Preferred Alternative are more evident during the PM peak hour, when traffic reductions
in this area of Route 114 will range from 26.1% to 31.7%. Year 2025 traffic volumes on
some sections of Route 114 south of Gorham Village will be comparable to, and even
lower than existing, 1999 traffic volumes.
Similar reductions in traffic volume are forecast on Route 25. With the Preferred
Alternative, daily traffic volumes on sections of Route 25 west of Gorham Village will
decrease by 18.3% to 51.9%. PM peak hour traffic volumes will be reduced by 30.5% to
54.8% in this area. East of Gorham Village, Route 25 traffic volumes will be reduced by
21.6% to 38.2% due to the diversionary effect of the Preferred Alternative. These effects
are more pronounced in the PM peak hour, when traffic reductions on Route 25 will be
30.4% to 46.5% in this area. Year 2025 traffic volumes on some sections of Route 25
east and west of Gorham Village will be comparable to, and even lower than existing,
1999 traffic volumes.
The Preferred Alternative will reduce daily traffic volumes on Cressey Road by 50.2% to
70% compared to the No Build Alternative. PM peak hour traffic volumes on Cressey
Road will be 28% to 58.3% lower with the Preferred Alternative. Year 2025 traffic
volumes on Cressey Road will be comparable to, and even lower than existing, 1999
traffic volumes.
Compared to the No Build Alternative, daily traffic volumes on Day Road will increase by
200% (720 vehicles per day) under the Preferred Alternative. PM Peak hour traffic
volumes will increase by 114% (80 vehicles per hour). The Preferred Alternative will
attract additional traffic to the section of Route 22 that overlaps with Route 114 in South
Gorham. This will increase congestion here causing traffic to divert to Day Road, similar
to that which occurs under existing conditions. As a result, traffic volumes on Day Road
will be higher with the Preferred Alternative than with the No Build Alternative. However,
they will be comparable to the existing traffic volumes.
Compared to the No Build Alternative, Flaggy Meadow Road, west of Cressey Road, will
experience a 37.3% increase in daily traffic volume with construction of the Preferred
Alternative. However, sufficient capacity exists so that levels of service will not
deteriorate to unacceptable levels.
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Table 4-1
Future Traffic Volumes – Year 2025

Road

Route 25, west of
Cressey Road
Route 25, between
Routes 4/202 (west) and
Route 114
Route 25, between New
Portland Road and
Routes 4/202
Route 25, east of Routes
4/202 (east)
Routes 4/202 (east),
north of Route 25
Routes 4/202, southwest
of Cressey Road
Route 114, South of Day
Road
Route 114, North of Day
Road
Route 114, between
Route 25 and College St.
Cressey Road, between
Routes 4/202 and Flaggy
Meadow Road
Cressey Road, between
Flaggy Meadow Road
and Route 25
Flaggy Meadow Road,
west of Cressey Road
New Portland Road, east
of Route 25
Brackett Road, south of
New Portland Road
Day Road

20,860

1,660

Preferred
Preferred
Alternative
Alternative
PM Peak
Average Daily
Hour
Traffic
(Vehicles Per (Vehicles Per
Hour) / %
Day) / %
Change from Change from
No Build
No Build
10,030/ -51.9% 750/ -54.8%

31,340

2,230

25,600/ -18.3% 1,550/ -30.5%

19,510

1,350

15,290/ -21.6% 940/ -30.4%

13,230

1,010

8,180/ -38.2%

540/ -46.5%

6,630

530

6,760/ 2.0%

530/ 0%

8,780

700

7,960/ -9.3%

630/ -10%

19,160

1,510

14,660/ -23.5% 1,030/ -31.7%

18,100

1,570

15,180/ -16.1% 1,160/ -26.1%

9,930

1,110

9,760/ -1.7%

810/ -27%

2,010

250

1,000/ -50.2%

180/ -28%

2,100

240

620/ -70%

100/ -58.3%

3,750

350

5,150/ 37.3%

410/ 17.1%

10,220

860

9,010/ -11.8%

800/ -7.0%

5,770

590

5,650/ -2.1%

580/ -1.7%

360

70

1,080/ 200%

150/ 114%

No Build
Average
Daily Traffic
(Vehicles per
Day)

No Build
PM Peak
Hour
(Vehicles
per Hour)

Usage of the Proposed Bypass (Preferred Alternative)
The usage of the proposed bypass road is one indicator of the effectiveness of the
Preferred Alternative in diverting traffic away from Gorham Village and other congested
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routes. An estimated 14,640 vehicles per day will use the proposed bypass road on its
busiest section, which will be the section between Route 114 (north) and Routes 4/202
(east). During the PM peak hour, an estimated 1,440 vehicles per hour will use the
proposed bypass road (on its busiest section). These traffic volumes are comparable to
the existing volumes of traffic on Route 114 in the area of Day Road and Route 25 in the
vicinity of Gorham Village.
Diversion of Traffic from Gorham Village (Preferred Alternative)
Diversion of traffic from Gorham Village is a primary Study Need and is a key indicator of
the effectiveness of the Preferred Alternative in satisfying the Study Purpose and Need.
In the year 2025, the proposed bypass road will divert an estimated 12,570 vehicles per
day and 990 vehicles per hour (PM peak hour) from Gorham Village, as compared to the
No Build Alternative. This represents reductions in traffic volume of 28.8% and 28.4%
during the daily and PM peak hour periods, respectively. With the Preferred Alternative,
future year 2025 daily traffic volume in Gorham Village will be 17.1% (6,380 vehicles)
lower than 1999 volumes, while the year 2025 PM peak hour volume will be 17.8% (540
vehicles) lower. This traffic diversion will have a positive effect on Gorham Village by
reducing travel delays, improving access to businesses by lessening congestion, and
enhancing safety and ease of pedestrian crossings.
Truck Traffic (Preferred Alternative)
Truck traffic has been a noted concern in the Gorham Village area, particularly
pertaining to through truck traffic. Narrow highway lanes with limited turning radius often
lead to bottlenecks and delays as trucks maneuver through Gorham Village. Diversion of
truck traffic from Gorham Village is another primary Study Need and is a key indicator of
the effectiveness of the Preferred Alternative in satisfying Study Purpose and Need. The
daily percentage of truck traffic removed from Gorham Village is estimated at 28.2%
(585 trucks) in the year 2025. With the Preferred Alternative, future year 2025 daily truck
volume in Gorham Village will be approximately 18.5% (339 trucks) lower than 1999
truck volumes.

4.2.2

Levels of Service

No Build Alternative
With the No Build Alternative, design year (2025) levels of service (LOS) and traffic
delays on roads and at intersections in the Study Area will generally deteriorate over
existing conditions (see Section 3.2.4, page 3-4).
With the No Build Alternative, both of the two signalized intersections in the Study Area
that were analyzed would operate at unacceptable levels of service (LOS E or F).
•

•

4-4

The Route 25/Route 114 intersection in Gorham Village would operate at LOS F
during both AM and PM peak hours. Average intersection delay would be up to 161
seconds per vehicle, but delays on certain individual movements would be 6 – 8
minutes per vehicle.
At the intersection of Route 25 and New Portland Road, levels of service would
improve in the future to LOS C (AM Peak Hour) and LOS E (PM Peak Hour) as
compared to existing conditions, but an unacceptable LOS E would occur
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nonetheless. The improvement is a result of TSM improvements that incorporate the
new traffic signal at Elm Street and Water Street with improved traffic signal
coordination.
Ten existing unsignalized intersections in the Study Area were analyzed under future
conditions (two more than the eight intersections analyzed under existing conditions). Of
the ten, seven would operate at an unacceptable LOS under the No Build Alternative. At
these intersections, at least one movement would be at LOS F during one or both peak
hours, and average vehicle delays would be as high as 7 - 8 minutes at some locations.
These seven intersections are:
•
•
•
•
•
•
•

New Portland Road at Brackett Road
Route 25 at Flaggy Meadow Road
Route 25 at Cressey Road
Route 25 (west) at Routes 4/202
Routes 4/202 at Cressey Road
Route 25 at Libby Road
Route 25 at Route 237 (Mosher Corner)

Three intersections would operate at acceptable levels of service (LOS D or better).
•
•
•

Route 114 at Day Road
Flaggy Meadow Road at Cressey Road
Route 25 (east) at Routes 4/202

Compared to existing conditions, levels of service under the No Build Alternative will
deteriorate to unacceptable LOS E or F at six additional highway segments during one
or both peak hours. Two-thirds, or 20 of the 30 highway segments analyzed, will be
operating at poor levels of service in 2025. Volume-to-capacity ratios (v/c) will increase
commensurate with forecasted changes in traffic volumes.
Preferred Alternative
The Preferred Alternative will result in improved levels of service and reduced traffic
delays at many key intersections and on many key roads in the Study Area.
With the Preferred Alternative, levels of service at both of the two existing signalized
intersections in the Study Area that were analyzed will improve, as compared to the No
Build Alternative.
•

•

The Route 25/Route 114 intersection in Gorham Village will operate at LOS D during
the AM peak hour and LOS E during the PM peak hour. Average intersection delay
will be reduced to 39 seconds per vehicle during the AM peak hour and 69.7
seconds per vehicle during the PM peak hour. Although not part of the Preferred
Alternative, TSM measures including adding turning lanes will further improve
operations at this intersection.
At the intersection of Route 25 and New Portland Road, levels of service will improve
in the future to LOS B (AM Peak Hour) and LOS D (PM Peak Hour) as compared to
the No Build Alternative.
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Ten existing unsignalized intersections in the Study Area were analyzed under future
conditions (two more than the eight intersections analyzed under existing conditions). Of
the ten, seven will experience improved LOS and reduced delays during one or both
peak hours under the Preferred Alternative, as compared to the No Build Alternative.
These seven intersections are:
•
•
•
•
•
•
•

Route 25 at Flaggy Meadow Road
Route 25 at Cressey Road
Route 25 (east) at Routes 4/202
Route 25 (west) at Routes 4/202
Routes 4/202 at Cressey Road
Route 25 at Libby Avenue
Route 25 at Route 237 and the proposed bypass road (with traffic signals)

Levels of service at three intersections will be unchanged.
•
•
•

New Portland Road at Brackett Road (remains at LOS F, where side street
movements experience excessive delays. Traffic signals may be needed in the
future.)
Route 114 at Day Road (remains LOS C or better)
Flaggy Meadow Road at Cressey Road (remains LOS C or better)

Five new signalized intersections and two unsignalized intersections will be created by
the proposed bypass road. These are:
•
•
•
•
•
•
•

Bypass Road at Route 114 (south)
Bypass Road at Routes 4/202 (west)
Bypass Road at Route 25 (near Cressey Road) [unsignalized]
Bypass Road at Route 25 (near West Gorham) [unsignalized]
Bypass Road at Route 114 (north)
Bypass Road at Routes 4/202 (east)
Bypass Road at Route 25 and Route 237 (Mosher Corner)

Each of these new intersections will be designed to provide acceptable levels of service
in the design year. At the five signalized intersections, overall levels of service will be
LOS C or better during both peak hours with one exception. The intersection of the
Bypass Road and Route 114 (south) is estimated to operate at LOS E in 2025 during the
AM peak hour. Level of service will be LOS B in the year 2005, so at some point close
to the design year, additional measures may be needed to improve this intersection.
During final design, investigations will be conducted to determine if a second
southbound approach lane to this intersection will improve the LOS.
At the two new unsignalized bypass intersections, one or more minor traffic movements
will have a poor LOS and excessive delays. At the intersection of the Bypass Road and
Route 25 State Street (near Cressey Road), the left turn movement from Route 25 onto
the Bypass Road will be at LOS F during the AM peak hour. At the intersection of the
Bypass Road at Route 25 (near West Gorham), the left turn movement from the Bypass
Road onto Route 25 will be at LOS F during both AM and PM peak hours. These
movements are minor (low volume) movements in the intersection, so further studies will
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be conducted during final design to determine if traffic signals or other measures will
improve this LOS.
With the Preferred Alternative, levels of service will improve by at least one LOS at 9 of
the 20 intersections that will otherwise have unacceptable LOS E or F under the No
Build Alternative. Volume-to-capacity ratios (v/c) will increase or decrease
commensurate with forecasted changes in traffic volumes (see Transportation and
Engineering Technical Report, November 2002).

4.2.3

Vehicle-Miles/Vehicle-Hours Traveled

The Preferred Alternative will affect travel patterns in Gorham Village and the Study Area
(see Section 4.2.1, page 4-1). For some trips, the proposed bypass road will offer a
route that is shorter in both time and distance when compared to existing routes. For
example, trips between Route 25 (west) and Route 114 (south) will be shorter in both
time and distance. For other trips, the proposed bypass road will offer a route that is
shorter in time, but longer in distance. For example, through trips along Route 25 will be
longer in distance via the bypass road, but shorter in time. For the remaining trips, the
existing route may remain the most attractive – for example, through trips along Route
114. These combinations of changes in route choices result in a net reduction in VMT
and VHT for the modeling study area. The modeling study area is the area contained by
the PACTS Travel Demand Model, which includes the Gorham Bypass Study Area.
Table 4-2 below shows the VMT and VHT values for the No Build Alternative and the
Preferred Alternative. VMT and VHT are indicators of system efficiency: lower values
indicate higher efficiency. These values represent totals for the PACTS Travel Demand
Model area, but are influenced only by the infrastructure changes of the Preferred
Alternative. Values shown are for 2005 and 2025 PM peak hour conditions.

Table 4-2
2005 and 2025 Vehicle-Miles Traveled (VMT) and
Vehicle-Hours Traveled (VHT)
Alternative
No Build
Preferred Alternative

2005 VMT
527,928
527,918

2005 VHT
21,315
21,003

2025 VMT
594,866
594,753

2025 VHT
26,210
25,826

As shown in the table, VMT and VHT are lower with the Preferred Alternative, generally
indicating a trend towards more efficient travel in the modeling study area. It is noted,
however, that the reductions in VMT and VHT are minor.

4.2.4

Crash Reductions

As part of the existing conditions documentation, 11 high crash location (HCL)
intersections (nodes) and 5 high crash location roadway segments (links) were identified
within the Study Area. Of the 11 node and 5 link high crash locations, the majority (14
out of 16) are associated with Route 25 and Route 114 south (See Figures 1-3, and 1-4,
pages 1-7 and 1-8 respectively).
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No improvement in the number of HCLs in the Study Area would be expected under the
No Build Alternative.
With the Preferred Alternative, an improvement at 13 of the 16 HCLs is expected
primarily by diverting traffic from locations with high incidences of crashes (Village
streets with numerous curb cuts) to locations with anticipated low incidences of crashes
(highways with controlled or limited access, such as the proposed bypass road). The
three intersections at which an improvement is not expected are: New Portland
Rd./Brackett Rd., Route 114 at Washburn/McLellen, and Route 22 at Burnham Rd. At
these HCL intersections, traffic volume will remain unchanged or increase with the
Preferred Alternative.

4.2.5

Benefit/Cost Analysis

The benefit/cost analysis is a means of quantifying the monetary value of the
transportation benefits of alternative actions, such as travel time savings, compared to
the costs of the alternative actions associated with construction and maintenance. The
analysis yields a ratio known as the benefit/cost ratio (B/C ratio). A B/C ratio greater
than or equal to one (1.0 or greater) indicates that the value of the transportation
benefits accrued with an alternative exceed the costs of that alternative, and therefore
suggests that the alternative is an economically feasible investment when considering
transportation costs and benefits. Conversely, a B/C ratio that is less than one (0.99 or
less) indicates that the transportation benefits accrued by the alternative do not exceed
the costs, and therefore suggests that the alternative would not be an economically
feasible investment when considering transportation costs and benefits. The estimated
B/C ratio for the Preferred Alternative is 2.57 in 2005 and 1.52 in 2025, indicating this
alternative will be an economically feasible investment when considering transportation
costs and benefits. For the design year, the annualized benefits are approximately $2.9
million while the annualized cost is approximately $1.9 million. It is important to note that
B/C ratios are only one factor to be considered in the MDOT’s balanced decision-making
process.

4.3

Physical and Biological Environment

The preliminary design of the Preferred Alternative, Alternative 6d, proposes a two-lane
bypass road 13.6 km (8.4 mi) long. The typical cross section will consist of two travel
lanes and paved shoulders for a total width of 12 meters (40 feet). The following
discusses the impacts to the physical and biological environment under the No Build and
Preferred Alternatives.

4.3.1

Soils and Geology

Within the Study Area, there are soils that are susceptible to erosion and sedimentation
when the ground is disturbed through construction and other activities. Impacts to soils
are discussed below.
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No Build Alternative
Under the No Build Alternative, there would be no impact to the soils or geology within
the Study Area.
Preferred Alternative
The Preferred Alternative (Alternative 6d) will impact soils within the roadway footprint
(pavement area and side slopes). Soil types (see Figure 3-1, page 3-7) will dictate
design considerations for this alternative such as the locations of hydric soils, ledge or
clays. Typical construction techniques such as preloading embankments or blasting
ledge will be employed as necessary. The removal of vegetation and earth-moving
activities associated with construction will expose soils to erosive processes.
Sedimentation and erosion controls will be incorporated into the design of the bypass
through the use of MDOT Best Management Practices for Soil Erosion and Sediment
Control (MDOT, 2000).

4.3.2

Water Resources

Groundwater
No Build Alternative
Impacts to groundwater resources under the No Build Alternative stem from the
possibility of infiltration of deicing chemicals or petroleum products from existing roads
within the Study Area. The No Build Alternative would not alter the existing potential for
contamination by pollutants from vehicles travelling on Routes 4/202 and Route 25 over
the existing aquifer, or any other road within the Study Area, except that traffic growth on
these roads would increase this potential over existing conditions.
Preferred Alternative
The right-of-way of the Preferred Alternative is adjacent to, but does not encroach upon,
the 91 meter (300 ft) wellhead protection area of the O’Brien Mobile Home Park public
water well. (see Figure 3-2, page 3-10). It is approximately 24 feet (7 meters) from the
wellhead protection area. This well services all of the mobile home units at the O’Brien
Mobile Home Park. A wellhead protection area is delineated to protect a water source
from potential contamination. Potential contamination to water quality within this
wellhead protection area could result from the release of deicing chemicals or petroleum
spills from a roadway. The Maine Department of Human Services (MDHS) Wellhead
Protection Program is a voluntary program run by the Department of Human Services,
Division of Health Engineering. The MDHS Wellhead Protection Program regulates
activities that could contaminate groundwater, especially activities located near public
water supplies. If a wellhead protection area is perceived to be threatened, then the
water supplier would need to prepare a Management Plan, outlining the measures used
to protect the water source. The MDHS Wellhead Protection Program is voluntary, and
therefore no enforcement procedures are established. Avoidance and minimization of
potential impact to the wellhead protection area will be evaluated during the final design
phase.
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The preliminary design of the Preferred Alternative will result in approximately 23.7
hectares (58.6 acres) of new impervious area. Approximately 2.1 hectares (5.1 acres) of
the Preferred Alternative will be located within the medium yield aquifer. Potential
impacts to groundwater quality from the Preferred Alternative may include impacts from
roadway de-icing and from potential spills or releases from vehicles during both
construction activities and following completion of the new roadway.
Impacts to water quality may also result from roadway runoff containing petroleumrelated constituents from vehicles operating on the new roadway or from direct spills
from vehicle accidents. Roadway runoff could be directed south, away from the medium
yield aquifer area, to prevent contamination. Construction impacts to groundwater
resources will be minimized through the use of MDOT Best Management Practices for
Soil Erosion and Sediment Control (MDOT, 2000).
Surface Waters
No Build Alternative
The No Build Alternative would not increase the impervious surface in any of the Study
Area drainage basins. However, there would be higher concentrations of traffic on the
existing roads in the future, and an associated potential increase in the incidental
release of traffic-related contaminants to adjacent receiving waters.
Preferred Alternative
The Preferred Alternative will create 23.7 hectares (58.6 acres) of impervious surface. In
addition, there will be 3,577 meters (11,737 feet) of roadway within 150 m (500 ft) of
MDEP streams. The Preferred Alternative crosses two streams within the Gully Brook
Watershed. This alternative will also cross Little River, Mosher Brook, located in the
northeast corner of the Study Area, Tannery Brook, and an unnamed tributary to Mosher
Brook (see Figure 3-3, page 3-11). Potential long-term sedimentation impacts to the
Gully Brook, Little River, an unnamed tributary to Mosher Brook (located in the northeast
corner of the Study Area), and Tannery Brook would be addressed during the final
design and construction through the use of MDOT Best Management Practices for Soil
Erosion and Sediment Control (MDOT, 2000).
Approximately 2,976 meters (9,763 linear feet) of the Preferred Alternative is underlain
by soils that the Natural Resources Conservation Service considers to be an erosion
hazard with respect to the construction of highways and roadways. Construction
impacts to surface waters will be minimized through the use of MDOT Best
Management Practices for Soil Erosion and Sediment Control (MDOT, 2000).

4.3.3

Vegetation

No Build Alternative
The No Build Alternative would not impact vegetative communities.
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Preferred Alternative
The impact of the Preferred Alignment on vegetative communities (see Figure 3-4, page
3-13) is most notable with the elimination of existing cover types during construction.
The new roadway will also be expected to create additional roadside or right-of-way
cover types which will include open field or scrub-shrub vegetative types.
The Preferred Alternative will impact approximately 21 ha (53 ac) of vegetation. Table 43 compares each vegetation impact to the total amount of vegetation within the Study
Area. Approximately 11.3 ha (28 ac) of Open Lands vegetation type, including active
agricultural areas such as hay fields, or low-growing communities such as emergent or
marshy wetlands areas will also be impacted by the Preferred Alternative. Approximately
1.5 ha (3.7 ac) of Scrub-Shrub wetlands will be impacted. At the northern end of the
bypass, approximately 7.4 ha (18.4 ac) of the Softwood Forest community dominated by
white pine (Pinus strobus) and spruce (Picea) species will be impacted. Approximately
0.2 ha (0.6 ac) of the Hardwood Forest located in the southern portion of the Study Area,
will also be impacted. Vegetation expected to be impacted includes the sugar maple
(Acer saccharum), beech (Fagus grandfolia), yellow birch (Betula alleghanesis). Lastly,
approximately 1.0 ha (2.5 ac) of Forested Wetland vegetation type would be impacted by
the Preferred Alternative.
Table 4-3
Estimated Vegetation Impacts

Vegetation
Open Lands
Scrub Shrub
Softwood Forest
Hardwood Forest
Forested Wetland
Total:

Estimated Amount of Impact
hectares (acres)
11.3 (28.0)
1.5 (3.7)
7.4 (18.4)
0.2 (0.5)
1.0 (2.5)
21.4 (53.2)

% of Total Vegetation
within the Study Area
1%
0.4%
0.5%
0.01 %
0.6%
2.5%

These cover types are not considered pristine communities, and have had some level of
cut-over by landowners. The vegetation types discussed above are not part of a working
forest community. In addition, the Town of Gorham currently does not have a zoning
ordinance that protects these forest communities from development impacts, except
those that are located adjacent to streams or rivers.

4.3.4

Wildlife

No Build Alternative
The No Build Alternative would have no direct impacts on wildlife.
Preferred Alternative
The Preferred Alternative crosses the Little River and a forested community, both
located in the northwest quadrant of the Study Area between Route 25 (Ossipee Trail)
and Route 114 (Fort Hill Road). Impacts to wildlife habitats at this location involve
removing the vegetated corridor coverage at the Little River. In addition, the forested
community at this location would be bisected, which in turn would potentially bisect the
large block of unfragmented habitat which continues outside the corridor to the north of
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Fort Hill area. The potential impacts to wildlife include loss of vegetation coverage, and
fragmentation of their habitat.
Other smaller habitats disturbed by this alternative include the Tannery Brook crossing
area, the Gully Brook crossing, and the forested habitats east of Libby Avenue. The
southern portion of the Preferred Alternative also impacts several large hay meadows
located west of Waterhouse Road.
In general, the creation of new highway corridors results in the loss of habitat but also
the conversion to right-of-way habitat which tends to be mowed and/or planted with
shrubs and trees. A number of species including small mammals such as the deer
mouse (Peromyscus maniculatus) and songbirds are common inhabitants of the right-ofway benefiting from the greater availability of this community cover type. More direct
impacts may be related to the loss of a particular community such as the speckled alder
swamp, which is associated with the woodcock (Scolopax minor). This community can
be found in several locations along the corridor, including the Tannery Brook crossing
and portions of the Mosher Brook wetland community.
Impacts associated with fragmentation are largely associated with reducing the carrying
capacity or the ability of an area to support wildlife. Fragmentation of habitats are
associated with breaking up larger habitat blocks into smaller communities. The overall
effect would include lowering populations of some species of mammals. Typically those
species impacted would be mammals requiring a larger home range such as white-tailed
deer (Odocoileus virginianus) or possibly bird species requiring a continuous tract of
forestland or grassland for breeding purposes. Examples of existing habitat blocks
which potentially could be impacted by the Preferred Alternative include the large
softwood forest habitat located in the vicinity of the Little River crossing. The Preferred
Alternative would cross this community, effectively cutting off a portion of the existing
habitat. The Preferred Alternative fragments approximately 20.2 hectares (50 acres) of
softwood forest habitat in the Little River area. Impacts occurring in the Tannery Brook
crossing area are described in the wetland section and can be minimized by limiting the
footprint of the roadway in the crossing area.
The impacts associated with the Preferred Alternative are reflected in the loss of cover,
and nesting habitat, as well as the disruption of habitat communities through
fragmentation. In particular, bisecting the large softwood forested community around the
Little River crossing will result in impacts to species which tend to specialize in a forest
interior community limiting the distribution of these woodland species. Conversely,
species such as the red-winged blackbird are attracted to roadsides (Adams and Geis,
1981) which would indicate similar species numbers might be increased by the
availability of this habitat.
A similar impact would be expected to occur at the crossing of the hayfields west of
Waterhouse Road which would have an impact to grassland species. More direct
impacts might be related to the loss of a particular community such as speckled alder
swamp which is associated with woodcock (Scolopax minor). This community can be
found in several locations along the corridor including the Tannery Brook crossing and
portions of the Mosher Brook wetland community.
No impacts are expected to the Moderate Value Wading Bird and Waterfowl Habitat
identified by MDIF&W northeast of Gorham Village (see Figure 3-7, page 3-20).
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Aquatic Habitat

No Build Alternative
The No Build Alternative would not have any impacts on aquatic habitats.
Preferred Alternative
Potential impacts to stream habitats, located within the Preferred Alternative, involve
direct impacts from the installation of culverts, as well as modification of stream
hydrologic characteristics, such as diversion. Indirect impacts can be in the form of
water quality issues such as potential for temporary sedimentation during construction,
as well as an alteration of stream surroundings such as the removal of trees and shrubs.
These alternatives remove shade to segments of a stream, thereby altering water
temperature and changing habitat conditions.
The Preferred Alternative crosses a total of five steams/tributaries. The Preferred
Alternative crosses the Little River north of Route 25. The Little River has been
identified as a stream that is stocked with fish by the MDIF&W. This stream is slow
moving, and is approximately 4.5 m-6 m (15-20 ft) wide and is 0.3 m (1 ft) deep. The
proposed crossing would not be expected to impact the stocking program associated
with the Little River, however it would create a new structure over the stream which
would be expected to modify the stream conditions. These changes would be limited to
shading immediately under and adjacent to the structure, which would be expected to be
comparable to the existing structure at Route 25. Shading along the stream would be
minimal since the cover in the crossing area is emergent wetlands or primarily low
growing vegetation. Section 4.3.6, Wetland #10 on page 4-14 includes a discussion
about this wetland.
The northern segment of the Preferred Alternative also crosses an unnamed tributary of
Mosher Brook in the Fairview Lane area of the Study Area (see Figure 3-3, page 3-11).
The alignment also crosses Tannery Brook near Gray Road. Tannery Brook is a slow
moving, sinuous stream that rises quickly to the adjacent uplands. Impacts to this
stream is expected to be reduced in this location through the use of Best Management
Practices.
The Preferred Alternative also crosses Gully Brook with a crossing area representing
1.21-1.83 m (4-6 feet) wide and 5.1-15.2 cm (2-6 inches) deep with pools as deep as
130 cm (51 inches). The Preferred Alternative also crosses a small tributary of the Gully
Brook near Waterhouse Road. This intermittent stream contains limited flow at the
crossing area with lower water quality. Limited fisheries habitat is currently available at
this location. Impacts to the streams would involve the loss of overhead vegetative
cover resulting in an increase of light levels, and potentially an increase in temperature.
During final design, construction impacts to surface waters will be minimized through the
use of MDOT Best Management Practices for Soil Erosion and Sediment Control
(MDOT, 2000). Continued coordination with environmental agencies will occur to
minimize any potential impacts.
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Wetlands

No Build Alternative
The No Build Alternative would not impact any wetland resources.
Preferred Alternative
The Preferred Alternative will impact 8.2 ha (20.4 ac) of wetlands (see Figure 3-6, page
3-17). A summary of functions and values of these wetlands is provided in Table 4-4,
page 4-16.
•

•

•
•
•

•
•

•

Wetland #1 contains both Palustrine Emergent (PEM) and Palustrine ScrubShrub (PSS) communities. Proposed impacts are estimated to be 0.23 ha (0.58
ac) resulting in the loss of nutrient export, and impacts to the principal valuable
function of wildlife habitat.
Wetland #2, classified as PSS, would have 0.23 ha (0.58 ac), of impacts to the
wetland community, resulting in the loss of principal valuable functions of
sediment/toxicant retention, nutrient retention, and impacts to the functional value
of wildlife habitat.
Wetland #3, which is classified as PSS and Palustrine Forested (PFO), has 0.10
ha (0.24 ac) of wetland impact, resulting in the impacts to the principal valuable
function of wildlife habitat.
Wetland #4, which is classified as PEM, has 0.14 ha (0.34 ac) of impact,
resulting in impacts to the principal valuable function of wildlife habitat.
Wetland #5 classified as PFO, includes the main branch of Gully Brook and is
estimated to result in 0.12 ha (0.31 ac) of wetland loss, resulting in a loss to the
principal valuable function of groundwater recharge/discharge, fish and
freshwater habitat, sediment/toxicant retention, sediment/shoreline stabilization,
and impacts to the functional value of wildlife habitat.
Wetland #6 is classified as a PFO wetland, and is estimated to result in 0.34 ha
(0.5 ac) of wetland loss, including the losses to the principal valuable function of
wildlife habitat.
Wetland #7 is a PFO wetland, resulting in 1.08 ha (2.66 ac) areas of impact,
resulting in the loss to the principal functions and values of groundwater
recharge/discharge, flood storage and desynchronization, sediment/toxicant
retention, and impacts to the principal valuable function of wildlife habitat.
Wetland #8 is classified as PFO and PEM wetlands, impacting approximately
0.46 ha (1.13 ac). This impact area will result in impacts to the principal valuable
function of wildlife habitat.

Wetland areas north of Route 25 are shown in Table 4-4, page 4-17.
• Wetland #9 contains PEM and PFO wetlands, estimated to result in 0.53 ha (1.3
ac) area of impacts. Principal valuable functions impacted are limited to nutrient
retention.
• Wetland #10 affects 0.19 ha (0.48 ac) PEM wetland, resulting in impacts to the
principal valuable functions of groundwater recharge/discharge, the loss of fish
and shellfish habitat, nutrient export, sediment/shoreline stabilization, impacts to
the function of wildlife habitat, and recreation areas.
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Wetland #11 is a PEM wetland, impacting 0.26 ha (0.64 ac) area of wetland,
resulting in the loss of principal valuable function of groundwater
recharge/discharge.
Wetland #12 results in the loss of 0.17 ha (0.41 ac) of PEM wetland. Potential
impacts to principal valuable functions are limited to wildlife habitat.
Wetland #13 involves both a PSS and PFO wetland area, totaling 0.39 ha (0.97
ac) of impacted area. Impacts to principal valuable functions includes a loss of
sediment/shoreline stabilization, and wildlife habitat.
Wetland #14 involves both a PFO and PSS wetland, totaling 0.54 ha (1.34 ac) of
wetland impacts, resulting in a losses of principal valuable functions of
sediment/toxicant retention.
Wetland #15 affects PSS and PFO wetlands, totaling 1.01 ha (2.51 ac) of impact,
results in flood storage and desynchronization losses, loss to fish and shellfish
habitat, losses to sediment/toxicant retention, nutrient export, sediment/shoreline
stabilization, and impacts to the function of wildlife habitat.
Impacts to Wetland #16 results in a loss of 0.02 ha (0.8 ac) to a PSS wetland.
Impacts to this wetland are not considered to be principal value due to its size
and location.
Wetland #17 results in a loss of 0.14 ha (0.35 ac) to a PFO wetland, resulting in a
impact to the principal valuable function of wildlife habitat.
Wetland #18 is associated with the Mosher Brook headwater are, affects PFO
wetlands, and impacts 0.10 ha (0.24 ac) of wetlands. Principal valuable
functions include wildlife habitat.
Wetland #19 involves impacts to 0.95 ha (2.34 ac) of PSS and PEM wetlands.
Principal valuable functions potentially impacted include flood storage and
desynchronization, sediment/toxicant retention, nutrient retention/transformation,
wildlife habitat, and visual quality/aesthetics.
The last area of wetland impact (Wetland #20) includes 1.22 ha (3.01 ac) of
impact to PEM and PSS wetlands. Principal valuable functions potentially
impacted include flood storage and desynchronization, sediment/toxicant
retention, nutrient retention/transformation, sediment/toxicant retention, nutrient
retention/transformation, wildlife habitat, and visual quality and aesthetics.
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Table 4 - 4
Wetland Table
Wetland
Grouping

Description

Cowardin
Classification1

Impact
Area
hectares
(acres)

ACOE Highway Methodology Functions2,3

Pref. Alt.

GW FS SF SR NR NE SS WH RE ED UH VQ ES

Wetlands South of Route 25
1 Powerline ROW Series of shrub
wetlands
wetlands under
powerline
2 Southern Gully Narrow shrub
Brook Tributary drainage south of
Waterhouse
Road
3
Lower Gully
Drainageways
Brook Drainage directly west of
Waterhouse
Road
4
Isolated
Small woodland
Wetlands
wetlands and
drainageways
Subtotal
Gully Brook
Wetlands
5
- Main Branch Main Branch of
Gully Brook
6 Large wetland Large forested
south of
wetland
Route 202
7 Wetland South Wetland between
of Flaggy
Gorham
Meadow Road
Raceway and
Flaggy Meadow
8 Brandy Brook
East side
drainageways
connecting to
Brandy Brook
Subtotal

PEM1
PSS1

0.23
(0.58)

X

PSS1

0.23
(0.58)

X

PSS1
PFO1

0.10
(0.24)

X

PEM1

0.14
(0.34)

X

X

P

X

X

P

X

P

X

X

X

X

P

P

0.7
(1.74)

PFO1

0.12
(0.31)
0.34
(0.85)

P

PFO1

1.08
(2.66)

P

P

PFO1
PEM1

0.46
(1.13)

P

X

PFO1

P

P

P

X

P

X

P

P

X

X

X

P

X

X

P

X

X

X

P

X

P

X

X

2.0
(4.95)

See Table Footnotes on page 4-18.
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Table 4 – 4
Wetland Table (continued)

Wetland
Grouping

Description

Cowardin
Classification1

2,3

Impact
Area
hectares
(acres)
Pref. Alt.

ACOE Highway Methodology Functions

GW FS SF SR NR NE SS WH RE ED UH VQ ES

Wetlands North of Route 25
Little River Wetlands
- West side drainages Emergent drainage
areas
10 - River Crossing
Little River and
border
11 -East Side Drainages
Emergent area
near Little River
12 Isolated wetlands and
East of Little River
drainages
Subtotal
9

PEM1
PFO1
PEM1
PEM1
PEM1

0.53
(1.3)
0.19
(0.48)
0.26
(0.64)
0.17
(0.41)
1.15
(2.83)

X
P

X

P
P

X

X
P

P

X

P

P

P

P

X

X

P

X

X

P

X

P

X

P

P

X

X

X

X

Fort Hill Brook Wetlands
13 -headwater area

PSS1
PFO1

0.39
(0.97)

14

PFO1
PSS1

0.54
(1.34)

PSS1
PFO1

1.01
(2.51)

PSS1

0.03
(0.08)
0.14
(0.35)

15

16
17

Basin area at east
end of Fort Hill
Brook
-southside drainages
Linear drainages
south of Fort Hill
Brook
Tannery Brook
Tannery Brook
crossing and
drainages
Drainage near Route
Swale between
202 North
houses
Isolated wetland east of
Small isolated
Libby Road
wetland

PFO1

Subtotal

P

X

X

P

X

P

P

X

X

X
X

X

P

X

P

P

X

2.1
(5.25)

Mosher Brook Wetlands
North flowing
drainages to
Mosher Brook
19 - Southern tributary
Cattail swale with
scrub/shrub
surroundings
20 Mosher Corner wetlands Large emergent
and scrub/shrub
field near powerline
Subtotal
18

- West end drainages

PFO4

0.10
(0.24)

X

PSS1
PEM1

0.95
(2.34)

X

P

P

P

X

X

P

P

X

P

PEM1
PSS1

1.22
(3.01)

X

P

P

P

X

X

P

P

X

P

2.27
(5.6)

See Table footnotes on page 4-18.
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Table 4-4 Footnotes:
1

Cowardin Classification:
PEM: P = palustrine, EM = emergent, 1 = persistent, A = temporarily flooded, B = saturated, C = seasonally
flooded, E = seasonally flooded/saturated
PSS : P = palustrine, SS = scrub-shrub, 1 = broad-leaved deciduous, A = temporarily flooded, C =
seasonally flooded, E = seasonally flooded/saturated
PFO : P = palustrine, FO = forested, 1 = broad-leaved deciduous, C = seasonally flooded, E = seasonally
flooded/saturated

2,3

ACOE Highway Methodology:
GW = groundwater recharge/discharge
FS = flood storage and desynchronization

WH = wildlife habitat
RE = recreation (consumptive and
non-consumptive)
ED = educational/scientific value
UH = uniqueness/heritage
VQ = visual quality/aesthetics
ES = endangered species habitat

SF = fish and shellfish habitat
SR = sediment/toxicant retention
NR = nutrient retention/transformation
NE = nutrient export
SS = sediment/shoreline stabilization
Key to symbols:
P=
The function is considered principal valuable in this wetland; i.e., this wetland has many
features contributing to this function.
X=
The function is present in this wetland, but considered secondary; i.e., this wetland has
few features contributing to this function.
blank space =
The function is absent or minimal in this wetland; i.e., this wetland has no, or very few,
features contributing to this function.

Cowardin, et al. 1979. Classification of wetlands and Deepwater Habitats of the United States.

Table 4-5 summarizes the potential impacts by wetland type. The majority of the
impacted wetland areas within the alignment of this alternative are Palustrine Forested
wetlands.

Table 4 - 5
Wetland Impact by Type

Alternative

Preferred Alternative
6d

Wetland Classification and Impact
Area in hectares (acres)
[% of Total Wetland Impacts]
PFO
PSS
PEM
3.6
2.8
1.8
(9.1)
(6.9)
(4.4)
[45%]
[34%]
[21%]

Total

8.2
(20.4)
[100%]

Wetland Classifications (based on Cowardin et al. 1979):
PFO=palustrine forested wetland
PSS=palustrine scrub shrub
PEM=palustrine emergent
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Table 4 - 6
Wetland Impact by Principal Valuable Function
Principal Valuable Function
Groundwater recharge/discharge
Flood storage and desynchronization
Fish and Shellfish habitat
Sediment and Toxicant Retention
Nutrient Retention and Transformation
Nutrient Export
Sediment and Shoreline Stabilization
Wildlife Habitat
Recreation (consumptive and non
consumptive)
Visual Quality and Aesthetics

Impact in hectares (acres)
2.44 (6.03)
4.26 (10.53)
1.32 (3.26)
5.14 (12.7)
3.78 (9.34)
0.19 (0.47)
2.32 (5.73)
6.41 (15.84)
2.42 (5.97)
2.17 (5.36)

The amounts of impacts shown in Table 4-6 represent impacts to principal valuable
functions. Impacts to principal valuable functions are greatest for wildlife habitat,
sediment/toxicant retention, and nutrient retention/transformation.
These figures
represent a footprint of the alignment and have not fully incorporated avoidance and
minimization measures, steps which will be taken where feasible in later stages of
design.

4.3.7

Floodplains

No Build Alternative
There would be no filling of designated FEMA mapped floodplains as part of the No
Build Alternative. There would be no increase in pavement and therefore, there would
be no potential for increase in runoff causing an increase in base flood elevations.
Preferred Alternative
As stated in Section 3.3.7, page 3-18, the floodplains within the Study Area are
designated by FEMA as Zone A floodplains. The limits of Zone A floodplains are
determined by approximating, therefore all impacts to floodplains are estimated.
The Preferred Alternative will result in the filling of approximately 2.1 ha (5.1 ac) of
floodplains (see Figure 3-3, page 3-11). Approximately 0.6 ha (1.4 ac) of floodplain in
the Taylor Way area of Little River will be impacted, 0.6 ha (1.4 ac) of floodplain in the
Gray Road area of Tannery Brook will be impacted, and approximately 0.2 ha (0.6 ac) of
floodplain in the Fairview Lane area of the Study Area will be impacted. In addition, the
southern portion of the alignment will impact approximately 0.4 ha (1.0 ac) of floodplain
in the Weeks Road area of Gully Brook. The Preferred Alternative will also result in the
filling of approximately 0.3 ha (0.7 ac) of floodplain in the Waterhouse Road area of
Gully Brook. Avoidance and minimization to floodplains will be evaluated during final
design through the detailed analysis of flood storage volume, and the potential for an
increase in the base flood elevation. If required, mitigation measures will be analyzed to
minimize localized flooding impacts as a result of the construction of the Preferred
Alternative.
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The figures presented represent a footprint of the alignment and have not fully
incorporated avoidance and minimization measures, steps which will be taken in later
stages of a design to reduce impacts.

4.3.8

Threatened and Endangered Species

No Build Alternative
Under the No Build Alternative, there would be no impacts to Threatened and
Endangered Species.
Preferred Alternative
The northern portion of the Preferred Alternative, from Route 25 (west) to Route 237
(Mosher Street) at Mosher Corner, ends northwest of the identified location of the
Upland Sandpiper (Bartramia longicauda), a threatened species. This alternative is not
likely to impact the location of the Upland Sandpiper since it does not cross over to the
south side of Route 25 into the habitat this species utilize.
The southern segment of the Preferred Alternative avoids direct impacts to Threatened
and Endangered Species. This alignment terminates south of the general vicinity of the
location of Mountain laurel (Kalmia latifolia), a Species of Special Concern. No Mountain
laurel was noted in the field during the field surveys for the alternatives.

4.4

Atmospheric Environment

An evaluation of the atmospheric environment for the Study Area was performed based
on the EPA and FHWA procedures, with guidance from MDEP and MDOT.

4.4.1

Air Quality

No Build Alternative
Under the No Build Alternative, growth in traffic congestion within the Study Area due to
normal population growth (see Section 4.2.1, page 4-1) will tend to result in increased
vehicle emissions. The growth in traffic would be offset somewhat by a decrease in
motor vehicle emission factors, as older and more polluting vehicles in the nation’s fleet
are replaced with new vehicles which have lower emission rates, as prescribed in the
“Federal Motor Vehicles Emission Control Program” (FMVECP) mandated in the Clean
Air Act (1970). These offsetting factors would likely result in small increases in carbon
monoxide (CO) emissions and local concentrations.
Preferred Alternative
Cumberland County in Maine is currently classified as in attainment for all criteria
pollutants, except for ozone. The Study Area is presently classified as a Moderate
Ozone Nonattainment Area, pursuant to the CAAA. "Moderate" Ozone Nonattainment
Areas are defined as geographical areas with an average hourly design value ranging
from 0.138 ppm to 0.160 ppm based on three consecutive years of monitoring data. The
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one-hour NAAQS for ozone is 0.12 ppm, which is not to be exceeded more than once
per year, averaged over three years.
The Study Area is located within the geographical boundaries of Air Quality Planning
Area #1 (York, Cumberland, Sagadahoc Moderate Nonattainment Area), which is under
the combined jurisdiction of the Portland Area Comprehensive Transportation
Committee (PACTS) and the State of Maine. Although this study was included in the
Maine Statewide Transportation Improvement Program (STIP) for Fiscal 2002, 2003,
and 2004 (July 2001), the project was not explicitly accounted for in the air quality
conformity analysis. Therefore, this project must be included in a future update to the
STIP when project funding becomes available.
In addition to the mesoscale assessment described above, potential impacts of the
project on localized carbon monoxide (CO) concentrations were assessed. The EPA
conformity regulations at 40 CFR 93.116 require that the project not create or contribute
to a new violation of the NAAQS, nor worsen any existing violation of the NAAQS.
Because traffic would be routed away from Gorham Village with the Preferred
Alternative, CO concentrations in Gorham Village would be reduced and no violations of
the 1-hour and 8-hour CO standards are anticipated. The proposed bypass would
introduce traffic into an area where there is currently no traffic, causing a slight increase
in CO concentrations in the vicinity of the bypass. With the traffic volumes and travel
speeds anticipated on the bypass, this slight increase in local CO concentrations is not
anticipated to lead to any violations of the CO standards.
Construction Impacts
Construction activities can result in short-term impacts on ambient air quality. These
potential impacts include direct emissions from construction equipment and trucks,
fugitive dust emissions, and increased emissions from motor vehicles on the streets due
to traffic disruption. These impacts would be temporary and would affect only the
immediate vicinity of the construction sites and their access routes.

4.4.2

Noise

A noise impact is considered to occur when the predicted traffic noise level approaches
(within one dBA) or exceeds the FHWA’s Noise Abatement Criteria (NAC) contained in
23 CFR 772. The FHWA has established an hourly Leq NAC of 67 dBA for residential
receptors, and 72 dBA for commercial receptors. In addition, MDOT’s Highway Traffic
Noise Policy states that a noise impact will also occur if the difference between the
existing Leq noise level and the predicted noise level for the build alternatives is 15 dBA
or greater.
No Build Alternative
As indicated in Section 3.4.2, page 3-21, existing noise levels already exceed FHWA
noise impact criteria at several locations in the Study Area. For the No Build Alternative
in the design year 2025, peak-hour traffic volumes on the major roads in the Study Area
are expected to increase by 20 to 30 percent. This increase in traffic volume would
result in approximately a one dBA increase in traffic noise levels relative to existing noise
levels. As a result, for the No Build Alternative, the number of residential receptors that
would exceed the FHWA noise criteria would increase over existing conditions. In
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general, the traffic volumes would have to double in order to generate a perceptible
three dBA increase in traffic noise levels.
Preferred Alternative
Compared to the No Build Alternative, the Preferred Alternative will reduce traffic
volumes in Gorham Village and along the major roads leading into Gorham Village. In
addition, the Preferred Alternative will also reduce truck traffic through Gorham Village.
These reductions in traffic volume and truck traffic will result in a reduction in noise
levels in Gorham Village and along the major roads leading into Gorham Village.
With the Preferred Alternative, a total of 28 residential receptors are expected to be
impacted by traffic noise from the bypass road. No businesses are expected to
impacted by traffic noise from the bypass road. None of the 28 residential receptors
currently approaches or exceeds FHWA’s NAC. Noise levels at 14 of the 28 residential
receptors will exceed the FHWA’s NAC of 67 dBA. One receptor is located at the
intersection with Libby Avenue, two receptors at the intersection with Route 4/202, five
receptors along Route 25 (west), three receptors along Cressey Road, one receptor at
the intersection of Route 4/202, one receptor along Waterhouse Road, and one receptor
along Straw Road. In addition, noise levels at 14 different residential receptors will
exceed MDOT’s 15 dBA noise increase criterion. Two receptors are located in the
residential development between Doloff Road and Libby Avenue, four receptors along
the cul-de-sac north of the alignment off of Route 114 (north), three receptors along
Briarwood Lane, and five receptors along Adeline Drive.
In accordance with FHWA guidelines and MDOT’s Highway Traffic Noise Policy, noise
barriers were evaluated as possible noise mitigation measures for all impacted
receptors. In addition, MDOT, as part of their reasonableness criteria, has established a
noise barrier cost effectiveness goal of $20,000 per benefited receptor. A benefited
receptor must receive a minimum of 5 dBA insertion loss to be considered in the cost
effectiveness analysis. Using a typical barrier cost of $20 per square foot, noise barriers
were not considered to be cost effective for this project. In most instances, the impacted
receptors were too dispersed along the bypass alignment to result in a cost effective
barrier design. In areas where there were clusters of impacted receptors, such as along
Adeline Drive, these receptors are located too far (approximately 75 m [250 ft]) from the
road corridor to receive the necessary 5 dBA insertion loss required by MDOT’s cost
effectiveness analysis. As a result, noise barriers for this project do not satisfy MDOT’s
cost effectiveness criteria.
Construction Impacts
Construction activities for the Preferred Alternative will include clearing, excavation,
materials hauling, grading, and paving. Heavy machinery is the major noise source in
construction. Typical examples of heavy equipment used for highway construction
project include trucks, bulldozers, front end loaders, scrapers, rock drills and pavers.
Based on the equipment typically present for each phase of highway construction, the
length of equipment cycles, and equipment noise levels, average noise levels could
range from 78 to 90 dBA at 15.2 m (50 ft) from the noisiest piece of equipment.
In addition, blasting of bedrock may be required for this project. Typical blasting activity
generates Lmax noise levels of 94 to 98 dBA at a distance of 15.2 m (50 ft) from the
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source, depending on the size of the charge. However, blasting represents an
intermittent noise source that can be mitigated by using a blast safety blanket that would
also muffle the blast noise.

4.5

Land Use, Historic, and Socioeconomic Environment

4.5.1

Land Use & Right of Way

Land Use and Zoning
No Build Alternative
As stated in Section 2.3.1, page 2-17, the No Build Alternative would not improve traffic
conditions or delays through Gorham Village. Traffic congestion in Gorham Village has
already hindered the economic performance of existing businesses by discouraging the
customer base for these businesses. The large number of through trips causes time
delays and constrains left hand turn movements in and out of Gorham Village business
establishments.
The number of through trips (trips not destined to the Gorham Village area) is projected
to increase, which will exacerbate the problem under the No Build Alternative within
Gorham Village for existing and potential new businesses. Existing land uses in
Gorham Village, which include commercial and residential uses, are impacted by the
large number of through trips. Access to these properties is hindered by traffic delays.
Any future expansion or reuse of existing structures would be impacted by the continued
traffic delays experienced in Gorham Village. Current zoning bylaws for Gorham Village
state that only those land uses that cater to small, local, retail sales and commercial and
office uses are allowed, which minimize traffic problems and traffic delays created by
such development. Any new land use located in Gorham Village would need to
determine additional impacts it would generate within this intersection.
Future commercial development within Gorham Village is consistent with goals and
objectives of the local established business community, and the Gorham
Comprehensive Plan (1993). Future residential development to the south of Gorham
Village and to the east of Gorham Village would be affected by increasing traffic volumes
and a deteriorating LOS in Gorham Village and the Study Area. Traffic congestion will
adversely affect both existing and future commercial development by increasing travel
time of employees and customers that access those land uses. In addition, future
development projects may have difficulty in satisfying the traffic standards of state and
local permits/approvals.
With residential development occurring throughout Gorham, the construction of a bypass
road would become increasingly difficult in the future, foreclosing options for congestion
relief in Gorham Village. As shown on the Zoning Map, Figure 3-10 page 3-25, the
majority of the Study Area is zoned for residential land uses (i.e., Rural (R), Suburban
Residential (SR), Manufactured Housing (MH)), indicating that future expansion of
residential land uses would be permitted under current zoning regulations. Any change
in zoning regulations would impact permitted land uses within the Study Area.
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The No Build Alternative is not consistent with the Gorham Comprehensive Plan (1993).
The Gorham Comprehensive Plan states that without any improvements to ease
congestion within Gorham Village, the levels of service will continue to deteriorate and
adversely affect existing and potential new commercial and residential activities.
Right of Way
Under the No Build Alternative, no right of way would be required. It is assumed that no
further construction or major reconstruction would occur within Gorham Village, and the
present level of roadway maintenance in the Study Area would continue.
Preferred Alternative
Land Use and Zoning
A consideration in determining impacts to land use and zoning along a new roadway is
its designation as a limited access facility. The Preferred Alternative will restrict access
to U.S. and State numbered routes, thus preserving existing land uses in areas without
other access. Land use impacts near access points of the bypass and throughout the
Study Area will depend upon market conditions and changes to land use as allowed by
current zoning regulations.
Future development plans within the Town of Gorham are projected to occur south of
Gorham Village, with the construction of a middle school off Weeks Road and Route 114
South and the construction of an 80 home subdivision adjacent to the proposed middle
school (SoLD Development, also known as Hartwood Development). In addition, the
construction of the Gateway Commons subdivision is occurring east of Gorham Village,
along Route 25. The Narragansett Development District located on Narragansett Street
(Routes 4/202) presents a development opportunity as it is the largest commercially
zoned parcel of land near Gorham Village. This property has the potential for
commercial/office type development in this area. In addition, the Gorham Savings Bank
Property, located between Routes 114 and Routes 4/202, has one parcel that is suitable
for development as commercial/office space. A local goal stated within Gorham’s
Comprehensive Plan is to provide additional arterial or collector travel paths to provide
more choice in roadway network for residents. The impact of the Preferred Alternative
on these planned development projects is to provide an alternative means for motorists
traversing through the Town of Gorham to these developments.
Right of Way
The Preferred Alternative will directly impact land uses through the acquisition of new
right of way and the conversion of a variety of land uses, including vacant land and open
space to transportation use. The Preferred Alternative will require the acquisition of
approximately 146 ha (361 ac) of land.
Residential Displacements
The Preferred Alternative would displace between 23 to 25 homes, the majority of which
are single family residences. The value of these homes, based upon recent property
assessments in Gorham, range between $40,000 to $140,000 with an average value of
$80,000 (2001). The average price for homes on the market in the Town of Gorham in
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2001 was between $125,000 to $195,000 for existing homes, and $200,000 to $250,000
for newly built homes or property under construction. At the end of 2001, there were 91
homes on the market in Gorham, and only three were in the $40,000 to $140,000 price
range.
Of the 91 homes on the market in late 2001/early 2002, fifteen homes were within the
$135,000 to $150,000 price range which may be comparable to those along Flaggy
Meadow Road, Cressey Road, Route 25 (Ossipee Trail) and Route 4/202 (Narragansett
Street), where most of the displacements would occur. Even the limited housing
available within this price range is, on average more than $60,000 in value greater than
the estimated value of properties to be acquired.
Discussions with the Town Planner (Fossum, 2001) indicated that new and proposed
housing development in Gorham will consist of the following:
•
•
•

34 housing units available in the next ½ year to one year that are currently under
construction;
124 housing units available in 1 to 3 years that have been approved, and;
19 housing units that need preliminary approval.

The characteristics, needs, income, preferences and other factors pertinent for
successful relocation of the affected households have not been determined, and will not
be known until the households are individually interviewed in subsequent phases of
project development. The sample size of the impacted households is too small to allow
meaningful generalization from the U.S. Census or other secondary sources. However,
based strictly on the difference in value between the homes to be acquired and those
now or potentially available for relocation, finding suitable replacement housing within
Gorham will be difficult. As of late 2001/early 2002, there were 15 homes for sale in the
price range of $135,000 to $150,000. There are an additional 75 homes that are new or
existing in the $180,000 to $240,000 price range, and there are an additional 160 homes
that will soon be available in the $200,000 plus price range. Due to the scarcity of
moderately priced homes, it is expected that it will take one to three years for sufficient
housing to become available (for 23-25 displaced households) in the $120,000 to
$150,000 price range, which is still $40,000-$70,000 greater than the average value of
the homes displaced by the Preferred Alternative.
Future potential land uses include additional single family home subdivisions, however,
the value of such housing is expected to be at least $180,000 to $200,000, which would
be over $100,000 greater than the value of the displaced homes.
As stated in section 3.5.3, page 3-28, Community Characteristics, Facilities and
Services, the growth in population and employment in Gorham is expected to continue,
therefore putting increased pressure on the demand side of the real estate market. As
depicted in Figure 3-11, page 3-27, as allowed under current zoning regulations, there
are many development proposals and projects either underway or planned for the future
within the Town of Gorham.
There are several existing and proposed land
developments that will result in additional housing, but prices are expected to be
substantially higher than the value of the homes displaced by the Preferred Alternative.
Based on this analysis of current and prospective housing availability compared to the
values of single family homes to be acquired, it cannot be concluded at this time that the
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existing inventory of potentially comparable replacement housing is sufficient nor that it
will be within the financial capability of displacees.
The Town of Gorham is a thriving community. Real estate values within Gorham have
increased by as much as 50 percent between 1998 and 2001. Correspondingly, the
value of new construction within Gorham is often valued higher than the older, more
established homes within the Study Area. As stated in Section 3.5.3, page 3-31, the
median household income in Gorham in 1990 was higher than the Portland MSA,
Cumberland County, and the State of Maine, indicating that the town has an overall
affluent population. Gorham is growing regional economic center. The business and
real estate markets in both Portland and Cumberland County are very healthy and
Gorham’s demographic profile indicates it has a strong local economy (Section 3.5.3,
page 3-28).
The overall prosperity of the Town of Gorham and surrounding area will continue to put
pressure on the pricing of the existing and new housing within the Town of Gorham.
The MDOT will adhere to the Federal Uniform Relocation Assistance and Real Property
Acquisition Policies Act of 1970 (as amended). The Uniform Relocation Act states that
no person shall be displaced by federal or federally-assisted construction projects unless
a comparable replacement dwelling has been made available, or provided for in such
situations that may warrant unusual measures when the project would otherwise not be
able to proceed on a timely basis. Therefore, in accordance with the Uniform Relocation
Act, MDOT is committed to providing comparable, decent, safe and sanitary
replacement housing, within the financial means of displaced families and individuals.
A conceptual relocation plan will be prepared once the Preferred Alternative is in the
final design phase.
Business Displacements
As a result of the Preferred Alternative, two businesses will be displaced. The first is a
vacant restaurant called the Wake Up Call Cafe, located on Route 25 (Ossipee Trail),
west of Cressey Road. The second is Beals Old Fashioned Ice Cream Stand a
seasonal ice cream stand, located on Route 25 (Main Street), near Mosher Corner.
These two businesses will most likely be replaced by infill development elsewhere in
Gorham.

4.5.2

Prime and Unique Farmland

No Build Alternative
The No Build Alternative would not have any impacts on Prime Farmland and Additional
Farmland of Statewide Significance.
Preferred Alternative
The Preferred Alternative will impact approximately 13.0 ha (32 ac) of Prime Farmland
and 8.5 ha (21.1 ac) of Farmland of Statewide Importance. The Farmland Conversion
Rating Form (Form AD 1006) will be submitted to the Natural Resources Conservation
Service to determine if any additional impacts to Prime, Unique or of Statewide
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Importance farmland are expected. The NRCS would determine if soils classified as
either Prime Farmland or Farmland of statewide importance exist along the Preferred
Alternative.

4.5.3

Community Characteristics, Facilities and Services

No Build Alternative
Under the No Build Alternative, existing impacts to community facilities or services
relating to access and congestion would be exacerbated due to the forecasted growth in
traffic (See Section 4.2.1, page 4-1). Access to the two elementary schools, the middle
school and the high school located within the Study Area would continue to deteriorate
during peak traffic periods under the No Build Alternative. High traffic levels would also
negatively impact pedestrian traffic, by decreasing the safe movement of pedestrians
along major roadways near these facilities, especially for school-aged children. Access
to recreational facilities located within Gorham Village would continue to be difficult
during peak travel times.
Under the No Build Alternative, response time to emergency calls would increase, as
traffic congestion increases. Police, fire and ambulance services would continue to
experience delays in traversing through Gorham Village, and the potential for collisions
between these vehicles and other motorists may increase.
Preferred Alternative
The Preferred Alternative will not impact any community facilities in the Study Area. The
Preferred Alternative will benefit school bus and emergency vehicle services through
reduced travel times through Gorham Village and by provision of the new bypass road to
access areas located north of Gorham Village. In addition, access to areas south of
Gorham Village from Route 25 west to Route 114 south will be improved
The reduction in traffic volume within Gorham Village will improve travel times to
community facilities located around the Town of Gorham.

4.5.4

Neighborhood and Community Cohesion

No Build Alternative
The No Build Alternative will continue to have a negative effect on neighborhood and
community cohesion within and around Gorham Village, as future traffic conditions are
projected to steadily increase. High traffic volumes negatively impact pedestrian traffic,
making road crossing difficult and potentially unsafe for pedestrians, especially children
and the elderly. Access to community facilities and neighborhoods are also negatively
impacted by the No Build Alternative, due to the difficulty in entering and exiting different
properties within Gorham Village and along major routes as a result of long traffic
queues. Increased traffic volumes on Route 25 and Route 114 will also negatively
impact those residents living near or on these routes, by extending their travel time along
these roads and by hindering movements into and out of properties and side streets.
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Preferred Alternative
The Preferred Alternative would not alter access points to existing neighborhoods, and it
would not provide direct access to the roads within those neighborhoods. It would not
impact the community cohesiveness of the neighborhoods located south of Gorham
Village, namely, Morrill Street, Green Street, Teran Street and Adeline Drive. It would
not interfere with the degree of interaction amongst the individuals residing there.
The Preferred Alternative would potentially impact the community cohesiveness of the
Cressey Road or Ossipee Trail/West Gorham neighborhoods. The Preferred Alternative
would displace approximately 11 homes along Ossipee Trail, which may affect the
cohesiveness of this neighborhood. The presence of a two-lane bypass road would
result in a physical barrier that would make associating with neighboring homes more
difficult. Neighbors may feel physically separate from one another once the roadway is
constructed.
The community cohesiveness of the neighborhoods located east of Gorham Village,
including Libby Avenue/Bracket Road/Gateway Commons would remain as intact
neighborhoods.
The community cohesiveness of the Meadowcrossing/Spring Brook/Phinney Street and
the Blockhouse Run (located adjacent to Phinney Street) neighborhoods would not be
impacted by the Preferred Alternative, because access to these neighborhoods would
not change. These neighborhoods would not be physically divided by the bypass, and
therefore neighbors would still have access to one another.
Neighborhoods located immediately south of Gorham Village would not be separated by
the Preferred Alternative, therefore it would be reasonable to assume that there would
not be any impacts to community cohesiveness. The bypass road would not divide any
of these neighborhoods, nor would it segregate any household.
There are positive impacts to Gorham Village community cohesiveness due to the
Preferred Alternative. The Preferred Alternative would divert vehicles off the roads in
Gorham Village, allowing for a greater ease of movement of both vehicular and
pedestrian movement on Gorham Village streets. Residents of Gorham Village would
not be impacted as severely by car and truck traffic during peak periods. Crossing
streets in Gorham Village would not be so treacherous for pedestrians. Access to
Gorham Village businesses and community facilities would be improved through less
traffic during peak periods.

4.5.5

Environmental Justice

The Town of Gorham is an economically stable, affluent and vibrant community, with a
relatively young population that enjoys a low unemployment rate. The Town of Gorham
has a diverse economic base, including service and manufacturing business operations.
Housing construction within Gorham has increased steadily since the mid-1990s, with on
average, 90 building permits processed per year.
As evaluated in accordance with Executive Order 12898, the direct and indirect effects
of the Preferred Alternative are not expected to cause disproportionately high and
adverse human health or environmental impacts specific to any groups or individuals
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from minority or low income populations or handicapped and elderly residing in the
Study Area. The minority population in the Town of Gorham and within each census
tract in which the Preferred Alternative is located are low (under 1.5 percent). Similarily,
the percentage of population living in poverty is low at the Town level and census tract
level.
Through consultation with the Gorham Town Planner (Fossum, 2003), available
information indicates that low income, minority, or disabled populations will not be
displaced by the Preferred Alternative. It is estimated that five of the 23-25 potential
residential displacements affect elderly persons. Four of these are located in the West
Gorham neighborhood where the bypass road will join existing Route 25. During final
design, efforts will be made to avoid or minimize displacements where possible. Where
displacements are unavoidable, MDOT will adhere to the Uniform Relocation Act (see
Section 4.5.1, page 4-23).

4.5.6

Business Activity Levels

No Build Alternative
Under the No Build Alternative, traffic volumes and congestion on Gorham Village roads
are projected to steadily increase (See Section 4.2.1, page 4-1), and this will result in
adverse effects on businesses in Gorham Village. Discussions with Gorham Village
businesses revealed that current levels of traffic congestion are a negative influence on
their employees and customers. Current traffic conditions, both peak hour and off peak
congestion limits access to existing businesses. It also stifles potential commercial and
residential growth in Gorham Village. Travel time delays, safety concerns from the
movement of heavy trucks, limited on-street parking, and restricted turning movements
are congestion related factors adversely affecting current business operations,
expansion and new development prospects. This in turn has a limiting effect on the
value and tax revenue potential of Gorham Village properties.
Preferred Alternative
Under the Preferred Alternative, there will be a 28 to 29 percent decrease in year 2025
projected peak period traffic volumes in Gorham Village (see Table 4-1, page 4-3).
Traffic volumes in the peak period will, in fact, be 18 percent lower than 1999 volumes.
Accessibility (travel times) will be significantly improved to Gorham Village businesses,
commuters to and through Gorham, and freight movements to and from area businesses
as well as through the Study Area. These accessibility improvements will expand the
effective market area and customer base for local businesses, reduce freight delivery
and commuting costs, as well as allow more desirable service to current clientele. The
actual reduction of traffic volumes below 1999 levels will also increase the effective
capacity of Gorham Village to absorb the expansion of existing establishments or the
development of new ones, which is consistent with the Gorham Comprehensive Plan
(1993). For businesses elsewhere in the region, but outside the Study Area, the
accessibility improvements will allow more efficient movement of their freight distribution
requirements through the Town of Gorham, east or west, and reduce employee
commuting times.
The Preferred Alternative improves accessibility around Gorham Village and provides
access to the Narragansett District, an area that has been slated as a potential future
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development site (See Figure 3-11, page 3-27). In addition, there will be some losses to
the local tax base, however, as properties will be converted from their current use into
transportation related uses. These properties will not be able to have taxes collected on
their value, once they have been converted into a transportation land use, a bypass
road.

4.5.7

Economic Environment

No Build Alternative
The No Build Alternative would have negative economic impacts on Gorham Village
businesses. As traffic levels increase over time, access to Gorham Village businesses
would become increasingly difficult, deterring both impulse and destination-oriented
shoppers. Traffic congestion would also deter Gorham Village businesses from
expanding, due to the increased difficulty in accessing these businesses during peak
periods.
As an important transportation link to the Greater Portland Area, congestion in Gorham
Village and along Routes 25, 4/202, and 114 hinders accessibility between the Greater
Portland region, destinations north to Sebago Lake, destinations in southern Maine, and
the rest of the United States.
Preferred Alternative
The Preferred Alternative will have positive impacts to the local and regional economy,
such as providing improvements to the local and regional road infrastructure, and
facilitating the safe and efficient movement of goods and people to and through the
Town of Gorham, Gorham Village, and the Greater Portland Area. The Preferred
Alternative will provide an alternative route from Routes 25/237 east to Route 25 west,
bypassing Gorham Village. In addition, the Preferred Alternative will provide access
from Route 25 and Routes 4/202 to Route 114 south, bypassing Gorham Village. The
Gorham Comprehensive Plan (1993) states that it encourages the development of a
direct arterial route across the Town of Gorham, that provides a choice to motorists to
use another roadway other than the existing streets of Gorham Village, for those trips
without origin, destination, or intermediate stop in Gorham Village. The Preferred
Alternative will provide direct access to the Narragansett Development District, which
was identified as a potential future development location suitable for higher end
commercial/officepark/light industrial development.
The long traffic queues and
congestion within Gorham Village deter some shoppers. The Preferred Alternative will
improve access and allow Gorham Village businesses to prosper.

4.5.8

Visual Environment

No Build Alternative
The No Build Alternative would result in negative impacts to the Gorham Village Historic
District, located in Gorham Village. Through traffic, especially truck traffic that currently
traverses through Gorham Village would continue to negatively impact the visual quality
of the Gorham Village Historic District.
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Preferred Alternative
The Preferred Alternative will remove truck traffic out of Gorham Village, therefore,
improving the visual environment of the Gorham Village Historic District.

4.5.9

Historic and Archaeology Resources

No Build Alternative
There are three historic districts listed on the National Register of Historic Places
(NRHP): South Street, Gorham Village, and Gorham Campus Historic Districts (see
Figure 3-15, page 3-40). In addition, the Study Area includes five individual properties
listed on the National Register: Academy Building, Art Gallery, Baxter House, Dyer
Estate, and McLellan House. The No Build Alternative would continue to have negative
impacts to the historic resources located in Gorham Village and elsewhere in the Study
Area. Increased traffic levels would continue to hinder access to these historic
resources, especially to Baxter House located south of Gorham Village, the Academy
Building and the Art Gallery located at the USM campus located in Gorham Village.
Preferred Alternative
Under Section 106 of the National Historic Preservation Act (NHPA), agencies are
required to minimize harm to resources eligible or on the National Register of Historic
Places (NRHP). Coordination with the State Historic Preservation Office (SHPO) has
been ongoing during this study. None of these historic resources will be physically
impacted by the Preferred Alternative. The Preferred Alternative will reduce some of the
existing negative traffic impacts within Gorham Village, therefore resulting in positive
impacts to these properties by increasing their accessibility by pedestrians and vehicles.
The Maine Historic Preservation Commission has identified properties adjacent to the
Preferred Alternative that appear to be Eligible for Listing on the National Register. Five
of these properties are adjacent to the Preferred Alternative (see Figure 3-16, page 342), but none of the structures on these properties will be impacted by the Preferred
Alternative. Portions of some of these properties will be impacted by the proposed 61 m
(200 ft) highway right of way and will require partial acquisition.
The Benjamin Mosher House/Mosher Farm (MHPC #172-0019) is located at 424
Mosher Road at the corner of Route 25 and Mosher Road (Route 237). A strip of land
estimated at 18 m (60 ft) wide by 335 m (1,100 ft long) along Route 25 is included in the
identified ROW aquisition.
MHPC identified the Mosher Farm as important both for the architectural significance of
the house and its terraced lot, as well as the surviving agricultural landscape that is
historically associated with it. MHPC recommended avoidance of taking any of this
property.
The proposed alignment follows the existing layout of Routes 25 and 237, with a shift to
the north on Route 25 to avoid taking the right of way and business on the south side of
Route 25. During final design, adjustments will be made to this section of the road
layout to avoid and minimize land takings and slopes on the Mosher Farm Property.
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Since the proposed encroachment will be adjacent to existing roadbeds, little
appreciable change to the integrity of the property is anticipated.
MHPC #172-0020 is located at 550 Main Street (Route 25) near Mosher Corner. None of
this property would be affected by the Preferred Alternative.
The third property (MHPC #172-0103) the Stanford-Ford House, is located at 141 Flaggy
Meadow Road. A portion of the parcel estimated at 23 m (75 ft) wide by 46 m (150 ft
long) is affected by slope encroachment. However, existing mature vegetation will
screen the highway and slopes. In addition, during final design, adjustment to the profile
will be made if practicable, to reduce slopes.
MHPC #172-0175 Joseph Libby House is located at 263 Libby Road. A portion of the
parcel estimated at 15 m (50 ft) wide by 260 m (850 ft long) will be acquired as part of
proposed right of way. Avoidance and minimization efforts will be analyzed during final
design.
MHPC #172-0091 is located on Flaggy Meadow Road. A portion of the parcel estimated
at 110 m (350 ft) wide by 335 m (1,100 ft long) is bisected by the proposed right of way.
Since this area is wooded, and far from the structure, visual impacts are minimal.
Mitigation measures may include screening the bisected parcel with vegetation.
As identified by the Phase 0 Archaeological Survey conducted by the Maine Historic
Preservation Commission (MHPC), a potentially significant prehistoric site was
discovered in the northern edge of the Study Area, two potentially significant sites
located near the southwestern edge of the Study Area, and a historic site located on the
Stroudwater River in the southern portion of the Study Area. MHPC has recommended
a Phase 1 Archaeological Survey be conducted in the general vicinity of the Preferred
Alternative during final design.
The Penobscot Nation has determined that the Preferred Alternative will have no impact
on a structure or site of historic, architectural, cultural, or archaeological significance to
the Penobscot Nation as defined by the National Historic Preservation Act of 1966.

4.5.10 Public Parks and Recreation Lands
There would be no impacts to Gorham’s public parks and recreation lands as a result of
the No Build or Preferred Alternative.

4.5.11 Uncontrolled Petroleum and Hazardous Waste
No Build Alternative
The No Build Alternative would not impact any uncontrolled petroleum or hazardous
waste site within the Study Area.
Preferred Alternative
Two underground storage tanks utilized for the management of petroleum related
products have been identified in the Mosher Corner area, within 0.4 km (0.25 mi) of the
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Preferred Alternative. There is no documented evidence of contamination at these sites
that will present a potential impact to the Preferred Alternative (MDOT, 2002).
A solid waste disposal facility located within the Study Area off Weeks Road has been
identified as a potential issue that could adversely affect the project design and
construction associated with the Preferred Alternative. This site has a relatively high
potential for undocumented contamination. If required, a detailed Phase II investigation
will be undertaken on this identified area of concern prior to any right-of-way acquisition
negotiation. Additional investigations will be conducted during the design phase of the
study to fully assess subsurface conditions and potential remedial costs and if required,
the design will be revised to avoid and minimize impacts to the solid waste disposal
facility.
An operating automotive and salvage and recycling business has been identified as a
potential issue that could adversely affect project design and construction associated
with the southerly portion of the Preferred Alternative. This site has a relatively high
potential for undocumented contamination. A detailed Phase II investigation will be
undertaken on this identified area of concern, prior to any right of way acquisition
negotiation.

4.5.12 Utilities
No Build Alternative
There are no impacts to utilities under the No Build Alternative.
Preferred Alternative
The Preferred Alternative will cross a Central Maine Power (CMP) right of way corridor
near the Route 114 intersection, south of Gorham Village. Within this corridor, high
voltage transmission lines, located on wooden pole structures exist. At the current
preliminary level of design, the two wooden pole structures are assumed to be impacted
and will require relocation. However, if practicable, avoidance of these pole structures
would be examined during final design to minimize the cost.
The Preferred Alternative will cross an underground fiber optics line within the CMP right
of way corridor, located at Mosher Corner, near the Route 25 - Route 237 intersection.
With minor fill conditions proposed at the crossing, no utility impact will be expected,
except for sleeving of the utility at the crossing. Sleeving of the utility is one method of
avoiding impacts, however, coordination with the utility owner would occur during final
design.
The Preferred Alternative will cross a 106.7 cm (42 in) water main and a 122 cm (48 in)
water main, located east of Gorham Village between Libby Avenue and Route 237. With
minor fill conditions proposed at the 106.7 cm (42 in) water main crossing, no utility
impact will be expected except for sleeving of the utility at the crossing. With minor cuts
proposed at the 122 cm (48 in) water main crossing, relocation and sleeving of this main
will be required.
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Secondary and Cumulative Impacts

Secondary impacts are defined by the Federal Highway Administration using the Council
on Environmental Quality (CEQ) definition in 40 CFR 1508.8 as those that are:
“caused by an action and are later in time or farther removed in distance but are
still reasonably foreseeable”.
Secondary impacts are normally associated with development that may indirectly result
from the construction or improvement of a facility, such as a transportation project.
Secondary impacts differ from those directly associated with the construction and
operation of a facility itself, but may occur as a result of development or other effects that
are induced by and attributable to the direct effects of the bypass road. These effects
may include changes in land use, water quality, economic vitality, and population
density. Therefore, the potential for secondary development to occur as a consequence
of the Preferred Alternative is determined in large part by the individual municipal
planning objectives and local zoning, as well as the location and design of the roadway.
The Preferred Alternative is proposed to be a limited access highway. Access is
currently proposed to be provided at the designated U.S. and State numbered routes.
There is the potential that development potential may be more favorable, than in the NoBuild Alternative, in areas surrounding the access points of the bypass road.
Development in these areas will be largely influenced by the five zoning categories that
cross the Preferred Alternative, as well as by market forces.
The Preferred Alternative will provide traffic relief on Routes 25, 114, and 4/202, where
they converge in Gorham Village. Traffic relief on these roadways (Routes 25, 114, and
4/202) may enhance the desirability of providing additional commercial or residential
development along these routes. One area where new development is encouraged in
the Gorham Comprehensive Plan is west of Gorham Village, where a mix of residential
and commercial uses already exist. The other is within Gorham Village itself. The
Preferred Alternative provides improved accessibility to these areas targeted for
development by the Town of Gorham. It specifically improves accessibility to the
Narragansett District, which has been targeted by the Town of Gorham as a location for
development of future commercial or institutional uses.
Secondary impacts from potential development beyond the limits of the proposed
bypass are subject to local, state, and potentially federal rules and regulations, such as
local zoning, state site development regulation, and state and federal wetland
regulations.
Cumulative effects are defined by the Council on Environmental Quality (CEQ) in 40
CFR 1508.7 as:
“impact on the environment which result from the incremental impact of the
action when added to other past, present and reasonably foreseeable future
actions regardless of what agency (Federal or non-Federal) or person
undertakes such other actions.”
Residential development has been occurring west of Gorham, where lower priced
homes can be found or built by individuals and families employed in the Greater Portland
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Area. The Preferred Alternative will improve travel times to these areas from Portland
and other employment centers east of Gorham, making these areas more attractive for
development. Zoning, infrastructure support, and other actions within the control of local
municipalities will continue to have the greatest influence on the extent and type of
development that occurs in these communities.
In 2000, the Maine Legislature enacted P.L. 1999 ch 676, an Act to ensure cost effective
and safe highways in the state. This legislature directed MDOT to draft rules and
regulations for the design of driveways and entrances on state and state-aid highways.
The rules were established to increase safety, reducing congestion-related delays,
therefore, enhancing productivity by improving travel times, and possibly avoiding future
construction costs of new travel lanes. These rules and regulations outline where it is
appropriate to place a driveway or entrance on an arterial roadway depending on its use
(residential or commercial). The Preferred Alternative controls future development by
not allowing any driveways or entrances along it. (23 MRSA § 704).
Secondary and Cumulative impacts at intersections would involve the potential for
development at intersections where the bypass crosses existing roadways. However,
any future development would be influenced by current zoning and market forces.
In the document entitled “The Cost of Sprawl” (Maine State Planning Office, 1997) a
number of future directions were developed that are aimed to help eliminate the speed of
sprawl within Maine’s communities. These future directions or approaches include:
a)
b)
c)
d)

Reducing the regulatory burden of in-town development;
Investing in town and city centers;
Promoting regional planning;
Developing a concensus among communities on what type of development they wish
to have in the future.

Cumulative impacts have been taken into consideration in this EA, as appropriate, on a
discipline-by-discipline basis. Based on discussions with representatives of the Town of
Gorham during the preparation of this EA, there are a number of proposed potential
future development projects located in the Study Area and adjacent to the Preferred
Alternative. The final design of the Preferred Alternative will have to be coordinated with
specific planned and foreseeable development sites to ensure consistency with
municipal growth objectives.
According to permit file information provided by the ACOE and the MDEP, permits for
approximately 33 projects were issued between the period 1995 through 2002 in the
Town of Gorham cumulatively impacting approximately 3.2 ha (7.8 ac) of wetlands.
Some of these projects also resulted in new or altered stream crossings. The MDOT
implemented six projects in the Town of Gorham between 1998 and 2002. Each of
these projects impacted less than 400 sq m (4,300 sq ft) of wetlands or less than 2,400
sq m (25,900 sq ft), cumulatively. Based on preliminary site investigation reports, future
projects being planned by MDOT may have concerns with wetlands, streams, runoff,
and historic properties. The magnitude of these concerns will be identified on a projectby-project basis when these projects proceed through project development.
The proposed project will not result in substantial cumulative effect, in terms of intensity
or context, to the social or natural features analyzed within the Study Area.
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Summary of Mitigation

Avoidance of potential impacts has been conducted during the corridor screening phase
and alternative screening phase by avoiding and minimizing impacts to natural and
human resources to the greatest extent possible, while considering applicable design
standards and guidelines. Further avoidance and minimization of impacts, for example
through the use of MDOT Best Management Practices for Soil Erosion and Sediment
Control (MDOT, 2000), will be achieved where reasonable during the design
development of the Preferred Alternative.

4.7.1

Wildlife

Avoidance and minimization of potential impacts to wildlife habitats will be evaluated
during final design.

4.7.2

Wetlands

The Preferred Alternative will permanently impact approximately 8.2 ha (20.4 ac) of
wetlands. During the final design phase of project implementation, feasible avoidance
and minimization measures will be evaluated to further reduce wetland impacts. For
unavoidable impacts, if required, MDOT will identify a suitable wetland mitigation
strategy in accordance with state and federal regulation during the permitting phase.

4.7.3

Floodplains

Further avoidance and minimization of floodplain impacts will be undertaken during final
design. The Preferred Alternative will fill Federal Emergency Management Agency
(FEMA) designated Zone A floodplains, thus potentially reducing the storage capacity
associated with the 100-year floodplain. Since the FEMA designated Zone A floodplains
are determined by approximate methods, further analysis will be performed during final
design to determine impacted flood storage volume, change in base flood elevation due
to the project, and necessary and appropriate mitigation. If required, mitigation options
including potential compensatory storage areas and culvert design would be considered.

4.7.4

Uncontrolled Petroleum and Hazardous Waste

During the final design phase the MDOT will perform a Phase II Site Assessment to
ensure that project design does not exacerbate or promote migration of unknown
contamination to characterize suspected areas of contamination, to protect site workers,
and to minimize long-term liability. If required, potential mitigation of the project site will
adhere to cleanup standards.

4.8

Irreversible and Irretrievable Commitments of Resources

While the construction and operation of the Preferred Alternative will bring benefits to the
Town of Gorham and the surrounding region, nonrenewable resources will be consumed
during the construction of the bypass. Since the reuse of these resources is not
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possible, they must be considered irreversibly and irretrievably committed to the
development of the bypass. The finite resources that will be irretrievably committed to
the implementation of the Preferred Alternative are the expendable materials such as
gravel, asphalt, fuel and other forms of energy utilized during the construction of the
road, and the supplies and energy resources necessary to maintain the road after it is
constructed.
Funds committed to the design and construction of the bypass will not be available for
use on other projects. The human labor expended for the construction and maintenance
of the road will also be considered irrevocable.
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